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By  The  Honourable  Darcy  W.  HcKeough 


June  6 ,  1072 


As  MANY  MEMBERS  WILL  RECALL,  THIS  GOVERNMENT 
HAS  STATED  ON  SEVERAL  OCCASIONS,  BOTH  INSIDE  AND 
OUTSIDE  THIS  HOUSE,  THAT,  WHILE  THE  DECISION  TO  BUILD 
A  SECOND  INTERNATIONAL  AIRPORT  FOR  THE  TORONTO  AREA 
WAS  A  FEDERAL  GOVERNMENT  DECISION,  THE  GOVERNMENT  OF 

Ontario  played  a  major  role  in  the  process  of  selecting 


THAT  SITE. 


' 
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In  order  to  clarify  the  nature  of  that  role, 

AND  TO  EXPLAIN  HOW  THAT  DECISION  WAS  ARRIVED  AT,  I 
WOULD  LIKE  TO  TABLE  A  COLLECTION  OF  PROVINCIAL  DOCUMENTS 
COMPILED  DURING  THE  COURSE  OF  THAT  BtCI S I  ON-MAKING 
PROCESS,  WHICH  TOOK  PLACE  OVER  A  PERIOD  OF  APPROXIMATELY 
FOUR  YEARS. 

There  are  ten  documents  in  all.  Mine  of 

THESE  PRODUCED  AT  VARIOUS  TIMES  DURING  THE  FOUR-YEAR 
PERIOD,  ILLUSTRATE  THE  THOROUGH  AND  SYSTEMATIC  MANNER 
IN  WHICH  OUR  PROVINCIAL  SPECIALISTS,  OPERATING  IN 
CLOSE  CO-OPERATION  WITH  FEDERAL  EXPERTS,  SURVEYED 
POTENTIAL  SOLUTIONS  TO  THE  PROBLEM  OF  TORONTO'S  FUTURE 
NEEDS  FOR  AIR  TRANSPORTATION  FACILITIES  AND,  STEP  BY 
STEP,  HELPED  PROVIDE  THE  DATA  AND  OTHER  OBSERVATIONS 
UPON  WHICH  THE  CABINETS  OF  OUR  TWO  GOVERNMENTS 
ULTIMATELY  BASED  THEIR  DECISION  TO  BUILD  THE  AIRPORT 

in  Pickering  Township. 

The  tenth  document  performs  a  most  essential 

FUNCTION  --  THAT  OF  EXPLAINING  THE  CONTEXT  OR  FRAME  OF 
REFERENCE  IN  WHICH  EACH  OF  THE  OTHER  NINE  DOCUMENTS 
WAS  PRODUCED,  AND  OF  RELATING  THE  SUBSTANCE  OF  —  AND 
THE  REASONS  FOR  --  THE  POLICY  DECISIONS  THAT  WERE  MADE 


AT  VARIOUS  STAGES. 


! " 


■ 
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I  WOULD  LIKE  TO  SUGGEST  THAT  MEMBERS  WHO  WISH 
TO  STUDY  THESE  DOCUMENTS  BEGIN  BY  READING  THIS  EXPLANATORY 
PAPER,,  ENTITLED  "THE  ONTARIO  GOVERNMENT  AND  THE  PlCKERING 

Airport  Site/'  since  it  emphasizes  that  none  of  the 

OTHER  DOCUMENTS  CAN  PROPERLY  BE  READ  OUT  OF  CONTEXT  OR 

BE  EVALUATED  IN  ISOLATION  FROM  THE  TERMS  OF  REFERENCE 

AND  POLICY  CONSTRAINTS  WITHIN  WHICH  IT  WAS  PRODUCED, 

iJOR  WOULD  A  SEPARATE  READING  OF  THESE  NINE  OTHER 

DOCUMENTS  —  OR  ANY  SELECTION  OF  THEM  —  PROVIDE  A 

READER  WITH  AN  APPRECIATION  OF  THE  POLICY  DECISIONS  WHICH,  FOR 

OBVIOUS  REASONS,  DO  NOT  APPEAR  IN  THESE  TECHNICAL  REPORTS. 

ON  THE  OTHER  HAND,  IF  THESE  TECHNICAL  DOCUMENTS 
ARE  READ  WITH  A  PROPER  APPRECIATION  OF  THEIR  CONTEXTS,  I 
AM  CONFIDENT  THAT  THEY  WILL  REASSURE  ALL  MEMBERS  OF 

this  House  —  and  the  public  at  large  —  that  this  most 

DIFFICULT  DECISION  WAS  ARRIVED  AT  BY  A  MOST  PAINSTAKING 
AND  CONSCIENTIOUS  PROCESS,  AND  WITH  THE  HELP  OF  HIGHLY 
TALENTED  SPECIALISTS,  WELL  QUALIFIED  TO  UNDERTAKE  SUCH 
A  TASK. 

These  documents  show,  Mr.  Speaker,  that  choice 
of  the  Pickering  site  was  made  only  after  careful  study 

AND  CONSIDERATION  OF  THE  FACTORS  THAT  COULD  CONCEIVABLY 
AFFECT  THE  SAFETY  AND  CONVENIENCE  OF  AIR  PASSENGERS 
TRAVELLING  IN  AND  OUT  OF  THE  TORONTO  AREA  OR  COULD 
CONCEIVABLY  HAVE  SOME  IMPACT  ON  THE  WELL-BEING  OF  THE 
PEOPLE  OF  THIS  COMMUNITY. 


II  li 


These  documents  demonstrate  the  degree  of 

CONSIDERATION  GIVEN  NOT  ONLY  TO  SUCH  OBVIOUS  QUESTIONS 
AS  THE  FUTURE  GROWTH  OF  AIR  PASSENGER  TRAFFIC  AND 
VARIOUS  COSTS  ASSOCIATED  WITH  EACH  POTENTIAL  SITE,  BUT 
ALSO  TO  THE  SOCIAL,  ECOLOGICAL  AND  ENVIRONMENTAL  IMPACT 
THAT  A  MAJOR  AIRPORT  WOULD  HAVE  ON  EACH  OF  THE  SITES 
CONSIDERED.  As  WELL,  THEY  ANALYSE  THE  LONG-RANGE 
BENEFITS  THAT  WOULD  ACCRUE  —  OR  FAIL  TO  ACCRUE  —  TO 
THE  PEOPLE  OF  THE  TORONTO-CENTRED  REGION,  DEPENDING  ON 
WHICH  SITE  WAS  SELECTED. 

I  AM  SURE  THAT,  AS  THE  MEMBERS  OF  THIS  HOUSE 
READ  THROUGH  THESE  DOCUMENTS,  THEY  WILL  NOT  BE  SURPRISED 
TO  FIND  THAT  WHEN  CERTAIN  INDIVIDUAL  FACTORS  WERE 
ASSESSED,  SOME  OF  OUR  EXPERTS  APPEAR  TO  HAVE  FAVOURED 
ONE  OR  ANOTHER  OF  THE  SITES  WHICH  WERE  ULTIMATELY 

rejected.  Indeed,  it  would  not  just  be  surprising  but 

ABSOLUTELY  ASTOUNDING  IF  SUCH  WERE  NOT  THE  CASE,  FOR, 

AS  WITH  ANY  OTHER  QUESTION  OF  ENORMOUS  COMPLEXITY,  ONE 
CAN  SAFELY  PREDICT  THAT  THE  EXPERTS  WILL  INEVITABLY 
VOICE  SOME  NEGATIVE  OBSERVATIONS  ABOUT  ANY  CHOICE  OR 
SOLUTION,  AND  IN  THAT  SENSE  THERE  IS  NO  SUCH  THING  AS 
THE  "IDEAL"  SITE  FOR  AN  AIRPORT  AND  THERE  NEVER  WILL  BE. 
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Nevertheless,  this  government,  and  the  federal 

GOVERNMENT,  AGREE  THAT  THE  PlCKERING  SITE  COMES  CLOSER 
TO  THE  IDEAL  THAN  ANY  OTHER  SITE  THAT  WAS  CONSIDERED 
OR  COULD  CONCEIVABLY  BE  PROPOSED  TO  SERVE  THE  NEEDS  OF 

the  Toronto  Region  from  now  until  the  beginning  of  the 
Twenty-first  Century. 

Finally,  Hr.  Speaker,  I  would  like  to 
emphasize  how  delighted  we  are  that  the  Pickering 
airport  decision  is  a  step  in  the  implementation  of 
the  Toronto-Centred  Region  plan. 

I  hope  that  all  members  of  this  House 
appreciate  that  our  decision  to  create  a  new  community 

IN  ASSOCIATION  WITH  THE  NEW  AIRPORT  REPRESENTS  A  UNIQUE 
STEP  IN  LONG-RANGE  COMMUNITY  PLANNING.  THOSE  WHO  HAVE 
REVIEWED  OUR  PLAN  FOR  THE  TORONTO-CENTRED  REGION 
ALREADY  APPRECIATE  THAT  THE  NEW  COMMUNITY  OF  NORTH 

Pickering,  far  from  representing  a  departure  from  our 

ORIGINAL  STRATEGY,  CONSTITUTES  AN  INTENSIFICATION  AND 
ACCELERATION  OF  THIS  LONG-RANGE  REGIONAL  PROGRAM  AND 
OFFERS  A  UNIQUE  OPPORTUNITY  FOR  ONTARIO  TO  CREATE  A 
COMMUNITY  MORE  EXCITING  AND  ATTRACTIVE  THAN  WE  PREVIOUSLY 


ENVISIONED. 


' 
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With  those  prospects  in  mind,  and  with  the 

CONFIDENCE  THAT  PlCKERING  PRESENTS  THE  SAFEST,  MOST 
CONVENIENT,  AND  —  IN  THE  BROADEST  SENSE  OF  THE  TERM 
—  THE  LEAST  COSTLY  SOLUTION  TO  THE  AIRPORT  PROBLEM,  I 
INVITE  THE  MEMBERS  OF  THIS  HOUSE  AND  INTERESTED  MEMBERS 
OF  THE  PUBLIC  TO  INSPECT  THE  DOCUMENTS  I  AM  NOW  TABLING, 

These  documents  will  be  available  at  any 

HEARINGS  OF  NECESSITY  THAT  MAY  BE  HELD,  AND  NO  DOUBT, 
SOME  MEMBERS  HERE  WILL  ALSO  HAVE  QUESTIONS  TO  ASK  ABOUT 

them.  These  can  be  dealt  with  during  the  presentation 
of  my  Ministry's  estimates  to  the  House. 


*  #  # 


Tuesday,  June  6th,  1972. 


The  Ontario  Government  and  The  Pickering  Airport  Site 


The  Ontario  government's  involvement  in  the  decision  to 
build  a  second  international  airport  at  Pickering  has,  from  the 
outset,  been  characterized  by  two  basic  concerns.  One  concern 
has  been  to  make  certain  that  the  needs  of  air  passengers 
travelling  in  and  out  of  the  Toronto  region  would  be  safely  and 
conveniently  cared  for  by  whatever  facilities  might  be  build  to 
supplement  or  replace  the  existing  facilities  at  Malton.  The 
other  concern  has  been  to  make  certain  that  such  additional 
facilities  would  make  the  maximum  possible  contribution  to 
the  broader  well-being  of  the  Toronto-Centred  Region,  notably 
its  rational  and  orderly  growth  and  development. 


■ 


4? 


-  2  - 


In  arriving  at  the  decision  announced  last  March  2nd, 
the  provincial  and  federal  governments  co-operated  in  a  long 
and  complex  process  which  consisted  basically  of  examining 
the  broadest  conceivable  range  of  options,  and  then  system¬ 
atically  narrowing  these  options,  step  by  step,  down  to  the 
final,  most  suitable  choice. 

As  the  main  body  of  this  paper  will  relate  in  greater 
detail,  the  decision-making  process  followed  this  sequence: 

1.  The  need  for  additional  air  transportation  facilities 
for  the  Toronto  region  was  thoroughly  established  by  federal 
studies  initiated  in  the  mid-1960's. 

2.  The  federal  government  announced  its  decision  to 
meet  these  needs  by  expanding  Malton  airport. 

3.  The  federal  government  revoked  this  decision 
because  such  expansion  would  cause  too  much  disruption  of  the 
surrounding  community.  Assured  that  Malton  would  not  be 
expanded,  the  provincial  government  introduced  certain  land-use 
controls  over  the  surrounding  area,  to  ensure  that  its  growth 
and  development  from  then  on  would  be  compatible  with  Malton' s 
operations . 

4.  A  federal-provincial  task  force  began  searching  for 
a  site  that  would  become  the  location  of  the  major  international 
airport  serving  Toronto. 
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5.  The  search  was  narrowed  down  from  59  sites  to 
four  sites,  and  the  four  were  analysed  in  detail  and  compared 
with  Mai ton. 

6.  Studying  these  analyses,  the  two  governments 
decided  that  none  of  the  four  sites  met  the  necessary  criteria 
already  laid  down. 

7.  Consequently,  the  basic  problem  was  reviewed,  the 
original  terms  of  reference  were  abandoned,  and  the  task 
force  began  instead  to  search  for  a  site  to  complement  Malton 
in  a  two-airport  or  multi-airport  system. 

8.  Within  these  new  terms  of  reference,  two  "new" 
sites  (Pickering  and  Beverly)  were  identified  and  carefully 
compared. 

9.  The  Pickering  site  alone  was  found  to  satisfy  all 
technical  and  other  criteria,  including  the  potential  to 
further  the  objectives  of  the  Toronto-Centred  Region  plan. 

10.  The  choice  of  the  Pickering  site  was  announced 
simultaneously  by  the  two  governments. 


This  paper  does  not  purport  to  relate  the  history  of 
that  decision  in  its  entire  detail.  Rather,  it  is  intended  to 
complement  and  interpret  the  technical  reports  and  other 
documents  which  were  written  at  various  stages  of  the  decision¬ 
making  process  and  which  are  also  being  tabled  in  the  Legislature 
today . 
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Such  interpretation  is  necessary  to  show  the  context  in 
which  each  document  was  compiled,  since  no  single  document  in 
this  collection  can  be  properly  read  on  its  own;  nor  do  the 
documents,  collectively,  constitute  the  whole  history  of  the 
project,  since  they  do  not  include  the  policy  decisions  that 
carried  the  process  from  one  step  to  the  next. 

Although  this  process  was  thorough  and  logical  it  was 
not  one  that  lends  itself  to  a  tidy,  sequential  narration. 

Such  were  the  complexities  of  the  project  that,  in  many  points 
in  time,  several  studies  and  processes  were  proceeding  simul¬ 
taneously  and  were  having  some  influence  on  each  other.  For 
instance,  while  one  provincial  group  was  producing  the  proposals 
contained  in  "Design  for  Development:  The  Toronto-Centred 
Region",  a  separate  provincial  team  concerned  specifically  with 
the  location  of  a  new  airport  was  compiling  a  1970  submission 
to  the  federal  government.  Each  team,  however,  was  aware  of 
the  other's  findings,  and  the  Toronto-Centred  Region  report 
influenced  the  content  of  the  airport  submission,  even  though 
that  latter,  as  it  happened,  appeared  a  month  before  the  former. 

Because  of  many  such  simultaneous  or  overlapping 
studies,  it  would  be  a  mistake  to  assume  that  the  chronology  of 
the  project  could  be  perceived  simply  from  the  dates  on  the 
accompanying  documents.  With  that  proviso  in  mind,  however, 
the  history  of  the  airport  decision,  as  supported  by  the 
accompanying  documents,  can  be  related  as  follows: 


. 
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As  a  result  of  a  study  begun  in  1966,  the  federal 
government  announced  in  1967  that  it  intended  to  expand 
Malton  airport  to  meet  the  future  air  transportation  needs 
of  the  Toronto  area. 

As  studies  proceeded  with  this  expansion  plan,  Ontario 
planners  became  involved  with  certain  technical  aspects,  as 
can  be  seen  by  a  meeting  summary  dated  November  19,  1968 
(identified  here  as  Document  I)  and  an  internal  memorandum 
dated  December  10,  1968  (Document  II). 

In  December  1968,  the  federal  government  decided  that 
the  proposed  major  expansion  of  Malton  airport  to  accommodate 
traffic  to  the  mid-1980's  and  beyond  was  unacceptable,  in  view 
of  the  large-scale  disruption  that  such  expansion  would  cause. 

It  was  demonstrated  that  some  35,000  people  were  already 
affected  by  noise  from  flight  operations  and  that  the  proposed 
expansion  of  Malton  would  subject  an  additional  35,000  people 
in  existing  residential  communities  to  this  noise. 

Assured  that  Malton  would  not  be  expanded,  the  Ontario 
government  introduced  land-use  controls  in  the  noise  area  to 
make  sure  that  any  growth  around  the  airport  would  be  compatible 
with  flight  operations  from  Malton  as  it  existed. 
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In  announcing  the  controls,  the  Honourable  W.  Darcy 
McKeough,  then  Minister  of  Municipal  Affairs,  said  in  a  public 
statement  (Document  III)  that  they  represented  "the  first 
comprehensive  attempt  by  any  jurisdiction  in  North  America  to 
ensure  that  the  utilization  of  lands  in  the  vicinity  of  an 
airport  would  be  compatible  with  the  high  noise  levels  generated 
by  aircraft  operations".  Since  these  controls  were  announced, 
some  25,000  people  have  moved  into  areas  which  are  not  controlled 
and  which  would  be  affected  by  noise  if  Malton  were  expanded. 

Soon  after,  a  federal-provincial  task  force  was 
formed  to  seek  an  alternative  site  as  the  major  airport  for 
Toronto,  to  be  operative  about  1980.  Malton  would  be  confined 
to  handling  its  existing  volume  of  traffic. 

Federal  experts  initiated  this  search  by  identifying 
59  sites  within  a  50-mile  radius  of  Toronto.  Purposely,  it 
was  a  rough  first  list,  designed  to  identify  any  site  that 
could  become  a  major  six-runway  airfield. 

Next,  the  task  force  set  about  reducing  this  list  to 
a  few  sites,  eliminating  the  others  on  grounds  of  safety, 
operational  considerations  involving  navigational  aids, 
aircraft  and  air  traffic  control  equipment,  ground  access 
problems,  existing  flight  paths,  weather,  disturbance  to 
heavily  built-up  urban  areas,  and  so  on. 
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By  the  process,  the  list  was  reduced  to  four  sites: 

L^ike  Simcoe,  Lake  Scugog,  Campbellville  (Guelph-Kitchener) 
and  Orangeville,  which  were  to  be  analysed  in  depth.  As  part 
of  this  analysis,  the  Ontario  government  commissioned  a  study 
entitled,  "Regional  Impact  of  a  New  International  Airport  for 
Toronto"  (Document  IV).  Published  in  March,  1970  for  internal 
government  use,  this  report  was  the  work  of  a  consultant, 

Gerald  Hodge,  who  had  been  commissioned  by  the  government  and 
had  considerable  support  from  the  province's  regional  develop¬ 
ment  staff  in  preparing  the  report. 

The  Hodge  Report,  like  several  that  followed  it,  is  too 
technical  and  too  detailed  for  brief  summary  here.  However, 
two  significant  points  about  it  should  be  noted.  First, 

Hodge  forecast  the  annual  flow  of  air  passengers  through  Toronto 
would  reach  54  million  by  the  year  2000  (a  figure  roughly  in 
line  with  the  federal  estimate) .  Experts  from  both  governments 
agreed  that  this  would  be  far  too  many  passengers  to  be  served 
by  Malton's  facilities,  which  were  then  handling  5.3  million 
per  year. 

Secondly,  Hodge  set  out  his  views  on  the  pros  and  cons 
of  the  four  sites  then  under  consideration  as  eventual  replace¬ 
ments  for  Malton  airport  and  rated  Orangeville  and  Lake  Scugog 
highest . 
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The  Hodge  study,  combined  with  the  findings  of  three 
other  studies  commissioned  by  the  federal  government,  were 
summarized  in  a  provincial  document  of  April  1970  entitled, 
"Submission  to  the  Government  of  Canada  in  Respect  of  the 
Location  of  the  Second  International  Airport  for  the  Toronto 
Region"  (Document  V) . 

As  this  report  said,  "None  of  these  studies  were 
(sic)  required  to  provide  conclusions  or  recommendations  for 
any  particular  site  but  only  to  provide  a  detailed  data  analysis 
of  each  site's  potential...." 

The  report,  dated  April,  1970,  set  out  criteria  designed 
to  facilitate  consideration  of  the  options  and  to  enable 
policy  decisions  to  be  made  on  the  basis  of  comparisons 
between  sites. 

Using  the  four  technical  studies  as  the  basis  of  its 
judgment,  this  report  made  these  observations: 

Costs  to  various  levels  of  government:  Lake  Simcoe  would 
involve  by  far  the  highest  cost.  Among  the  other  three  sites 
there  would  be  "no  significant  difference". 

Costs  to  users  of  the  air  terminal:  Campbellville  (i.e.  Guelph- 
Kitchener)  would  cost  considerably  less  than  the  others  -  to 
the  extent  of  $1  billion  over  30  years. 
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Social ,  ecological  and  environmental  disruption:  Lake  Simcoe 
would  present  "significant  destructive  influences"  and  would 
be  "particularly  harmful  to  the  recreational  potential  of  the 
Toronto  region".  There  were  "no  significant  differences" 
between  the  other  three,  though  Cambellville  (Guelph-Kitchener ) 
was  the  poorest  choice  of  these  three. 

Benefits  to  the  region’s  long-range  development;  Lake  Scugog 
and  Orangeville  sites  were  best.  Campbellville  had  "some 
significant  disadvantages". 

This  report,  offering  such  evaluation  rather  than  a 
firm  recommendation,  sai<4  that  there  had  to  be  a  tradeoff 
between  alternative  advantages  and  that  the  choice  of  site 
would  depend  on  a  policy  decision  on  how  much  weight  would  be 
given  to  various  criteria. 

In  mid-1970,  federal-provincial  discussions  at  the 
ministerial  level  intensified.  From  the  federal  point  of  view, 
none  of  the  sites  was  technically  excellent  and  some  had 
significant  drawbacks.  Meanwhile,  the  Ontario  government  had 
misgivings  about  the  same  sites  in  relation  to  its  Toronto- 
Centred  Region  plan.  In  its  plan,  entitled,  "Design  for 
Development:  The  Toronto-Centred  Region",  the  Ontario  government 

called  for  measures  to  encourage  a  relatively  heavier  increase 
in  the  population  to  the  east  of  the  city.  Observing  that 
"Malton  will  continue  to  exert  an  enormous  influence  on  the  shape 
of  the  region", the  report  added: 
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"The  location  of  a  new  international  airport  to 
service  southwestern  Ontario  would  be  of  most  crucial 
significance  to  the  future  spatial  pattern  of  the 
Toronto-Centred  Region.  An  airport  will  bring  with  it, 
into  an  immediate  impact  area,  in  excess  of  120,000 
people  with  public  and  private  investment  in  excess 
of  $3  billion.  Furthermore,  since  a  new  airport 
will  require  highly  efficient  transportation  routes 
between  itself  and  Malton,  a  new  corridor  for  potential 
development  will  be  created.  The  integrity  of  the 
development  concept  requires  that  a  site  be  chosen 
which  does  not  add  such  a  powerful  magnet  for  develop¬ 
ment  in  a  location  which  conflicts  with  strategic 
components  of  the  plan." 

Because  of  the  doubts  being  expressed  about  all  four 
external  sites,  an  internal  review  was  taken  in  the  Ontario 
government  of  the  feasibility  of  having  Malton  handle  all  air 
traffic  until  the  year  2000.  Population  estimates  for  the 
area  were  brought  up  to  date  (Document  VI)  and  studies  were 
conducted  of  the  problems  of  expanding  the  airport  ("Toronto 
Airport  Location  --  Proposed  Malton  Expansion"  -  Document  VII) 
and  of  the  associated  question  of  providing  sufficient  ground 
transportation  to  serve  the  airport  (Document  VIII). 

Within  the  limits  of  its  own  assumptions,  the  study 
on  expansion  of  the  airport  appeared  to  offer  a  practical 
solution  to  the  whole  problem.  It  showed,  to  no  one's 
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surprise,  that  expanding  Malton  would  cost  35  to  65  per  cent 
less  than  building  a  major  six-runway  airport  at  any  of  the 
other  four  potential  sites.  (The  Pickering  concept,  far 
less  expensive  than  those  four  other  sites,  had  not  yet  been 
costed  out.)  "The  savings  in  primary  capital  costs  alone  are 
$400  nkillion,"  the  report  said.  It  conceded  that  Malton  would 
generate  more  ground  traffic  than  could  be  handled  by  all 
highways  then  existing  or  planned,  and  that  the  highways  still 
in  the  planning  stage  were  at  the  practical  limit  of  16 
lanes.  However,  the  report  suggested  that  the  ground  trans¬ 
portation  problem  could  be  solved  by  a  system  of  mini-terminals 
away  from  the  airport  site.  These  could  be  connected  to  the 
airport  by  a  rapid-transit  system  build  especially  far  the 
purpose . 

Conceding  another  set  of  major  difficulties  that 
expansion  would  bring  about,  the  report  noted  that  "the 
political  history  of  the  expansion  of  this  site  is  such  as 
to  suggest  that  further  enroachment  on  urban  land,  further 
increases  in  noise  and  air  pollution  and  further  risk  of 
safety  hazards  is  socially  unacceptable  in  this  area." 

(What  it  might  have  added  was  that  by  then  the  unrestricted 
area  around  Malton  was  even  more  densely  build;  up  than  it 
had  been  when  objections  to  expansion  were  voiced  in  1968.) 

To  overcome  these  "socially  unacceptable"  difficulties, 
the  report  warned  that  stringent  technical  controls  would  be 
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needed  to  prevent  any  further  spread  of  noise  and  air 
pollution,  as  well  as  "strong  control  of  servicing  and 
subdivision  approvals"  to  hold  the  population  down  to 
existing  target  figures. 

The  report  also  conceded  that  expanding  Malton 
would  encourage  the  very  population  shift  that  the  Toronto- 
Centred  Region  plan  was  designed  to  reverse;  but  it  argued 
again,  that  strong  government  controls  could  restrain  this 
trend. 


Ontario  government  leaders  read  this  report  and 
decided  that  its  proposition  was  based  on  too  many  risky 
assumptions.  It  assumed  that  a  number  of  major  untested 
and  undeveloped  technological  advances  in  rapid  transit, 
noise  abatement  and  pollution  control  would  all  become 
practical  realities  by  the  time  expansion  was  completed. 

If  that  assumption  proved  wrong,  thousands  of  people 
who  had  recently  moved  into  the  Malton  area,  on  the  assurance 
that  the  airport's  adverse  effects  would  not  touch  them, 
would  suffer  from  noise  and  air  pollution. 

The  report  also  assumed  that  the  measures  proposed 
by  the  Toronto-Centred  Region  plan  could  be  modified 
drastically  enough  to  overcome  the  added  impetus  for  a 
population  build-up  west  of  the  city. 
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Ontario  government  leaders  looked  hard  at  those 
assumptions  and  rejected  the  report's  proposals. 

Now  the  search  for  a  solution  to  the  airport  problem 
had  reached  a  point  where  none  of  the  alternatives  at  hand 
were  considered  satisfactory. 

It  was  therefore  decided  to  review  the  issue  and 
see  what  modifications  might  be  considered.  A  Summary  Report 
on  Status  of  Airport  Planning  (Document  IX)  was  prepared  for 
the  Ontario  Cabinet  and  this  outlined  the  following  options: 

1.  Expand  Malton  only. 

2.  Build  a  major  airport  elsewhere  and  let  Malton  handle 
only  the  short-haul  flights. 

3.  Expand  Malton,  purchase  a  landbank  at  one  of  the  other 
sites  and  develop  the  latter  into  an  airport  only  if 
Malton  proves  unable  to  contain  its  noise  and  air 
pollution . 

4.  Expand  Malton  and  develop  a  system  of  regional  airports 
with  Malton  having  a  central,  long-haul  role. 

5.  Close  Malton  in  the  early  1980's  and  meanwhile  develop  a 
new  airport  elsewhere. 

The  report  recommended  a  combination  of  these  alternatives 
involving  a  moderate  expansion  of  Malton  beyond  the  current 
Phase  II,  together  with  the  development  of  a  major  eastern 
airport  site  as  soon  as  possible. 
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The  approval  of  this  decision  meant  there  was  to  be 
not  just  a  single  airport  but  a  system  of  airports.  The 
second  airport,  wherever  it  might  be,  did  not  have  to  meet 
the  stringent  requirements  set  out  for  the  original  four 
sites.  The  task  force  was  then  able  to  recommend  consideration 
of  two  new  sites:  Beverly  Township,  in  the  southwestern 
sector  of  the  region,  and  Pickering  Township,  in  the 
northeast.  Federal  authorities  looked  at  the  new  contenders 
and  agreed  that  both  were  technically  feasible  for  airport 
operations . 

The  selection  of  the  two  new  sites  developed  logically 
from  the  studies  of  the  previous  three  years,  and  from  the 
new  criteria.  It  was  most  desirable  to  pick  sites  that 
fitted  into  the  regional  transportation  systems  and  were 
strategically  placed  to  serve  the  market.  None  of  the 
original  four  sites  met  these  new  requirements. 

In  addition,  either  of  the  two  new  sites  would  be 
less  costly  to  build  and  less  costly  to  use  than  any  of  the 
original  four. 

In  October  1971,  a  provincial  report  entitled  "Review 
of  the  Proposed  Airport  Sites  E  and  F  -  Regional  Development 
Plan"  (Document  X)  evaluated  the  two  sites  according  to  the 
impact  they  would  have  on  the  Toronto-Centred  Region. 
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It  warned  that,  partly  because  of  "the  power  of  an 
airport  to  focus  growth",  selection  of  the  Beverly  site  would 
"detract  from  the  effectiveness  of  government  measures  to 
stimulate  growth  and  services  east  of  Toronto"  and  might 
cause  problems  of  absorbing  growth  in  the  nearest  cities. 

The  report  suggested  that  if  inauguration  of  a  major 
western  airport  could  not  be  prevented  outright,  it  should 
at  least  be  delayed  until  development  east  of  Toronto  had 
gained  momentum. 

The  Pickering  site,  the  report  went  on,  "on  the 
other  hand  partly  satisfies  the  requirement  for  general 
economic  stimulus  in  the  eastern  corridor,  but  falls  short 
to  an  extent  which  may  have  the  effect  of  stimulating 
growth  in  and  adjacent  to  eastern  Metropolitan  Toronto, 
rather  than  in  and  near  Oshawa,  as  desired". 

The  report  also  singled  out  noise  and  ground 
transportation  as  potential  problems  in  Pickering.  But  in 
its  summation,  the  report  left  no  doubt  that  Pickering  was 
considered  by  far  the  better  choice  for  the  airport  site. 

In  a  numerical  summary  of  the  criteria  considered  vital, 
Pickering  scored  seven  points  to  Beverly's  four. 

Meanwhile,  a  report  called  "Ground  Transportation 
Review  of  Sites  E  and  F"  (Document  XI)  suggested  that  local 
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transportation  problems  at  the  southwestern  site  were  not 
nearly  so  severe  as  at  the  northeastern  site.  However,  the 
northeastern  site,  it  said,  provided  the  greatest  capability 
for  both  highway  and  mass  transit  access.  A  major  trans¬ 
portation  facility  for  the  southwestern  corridor  would  be 
much  more  difficult  to  accommodate. 

Environmentally,  there  were  pluses  and  minuses  on 
both  sides,  but  not  evenly  so,  as  a  report  from  the  Ontario 
Department  (now  Ministry)  of  the  Environment  showed,  in 
February  1972. 

This  report,  entitled,  "Proposed  Toronto  Airport 
II:  Environmental  Impact  Study"  (Document  XII)  only  rated 

the  Beverly  Township  site  a  more  desirable  choice  for  the 
airport  on  one  count:  the  soil  there  is  less  fertile  than 
in  Pickering;  hence  soil  damage  in  Beverly  would  be  a 
less  significant  loss.  But  on  16  other  environmental  points, 
Pickering  proved  the  better  choice.  Beverly's  farms  are  more 
modern  and  successful  than  Pickering's  -  many  of  which  are 
vacant  or  in  need  of  repair.  As  far  as  the  effects  on 
drainage  systems,  water  tables  and  water  quality  are  concerned, 
Pickering  would  either  suffer  less  -  or  have  less  to  lose. 

The  same  is  true  of  the  impact  on  natural  vegetation 
(Pickering  has  no  natural  woodlots;  Beverly  has),  on  fishing 
(many  Pickering  streams  are  posted  against  it  anyway) ,  on 
hunting  (Pickering  has  no  game  animals  to  speak  of)  and  on 
ecological  inter-relationships  (Pickering's  are  less  complex, 

hence  less  susceptible  to  disruption) . 
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With  such  strong  environmental  arguments  going  for  it, 
and  with  the  added  prospect  of  giving  the  Toronto-Centred 
Region  the  right  economic  stimulation  in  the  right  place, 
Pickering  became  the  choice  -  not  just  for  the  airport 
itself  but  also  for  an  adjacent  community  for  which  the 
province  now  plans  a  population  of  150,000  to  200,000. 

Prior  to  the  determination  of  the  new  Pickering 
airport,  the  Toronto-Centred  Region  plan  called  for  develop¬ 
ment  of  a  number  of  new  communities  in  a  northeastern  tier 
paralleling  the  lakeshore.  Cedarwood,  Brock  and  Audley  were 
proposed  for  developing  starting  in  the  1980' s.  This  growth 
strategy  required  transportation  corridors,  transit  facilities, 
water,  sewerage  and  other  community  services. 

The  development  of  an  airport  complementary  to 
Malton,  at  the  North  Pickering  site,  will  not  create  new 
unplanned  urban  development.  The  decision  did  require  some 
modification  of  the  original  arrangement  of  the  communities 
and  some  changes  in  the  timing  of  services.  North  Pickering 
Community  takes  into  consideration  the  possible  runway  alignments 
and  the  noise  from  the  airport.  The  opportunity  it  provides  is 
being  taken  to  bring  about  a  more  exciting  and  attractive 
city.  The  new  airport  provides  the  stimulus  for  development 
in  this  area  and  at  the  same  time  assists  in  diminishing 
growth  pressures  west  of  Toronto. 

These  changes  do  not  represent  a  departure  from  the 
growth  strategy  for  the  Toronto-Centred  Region.  The  decision 
is  a  major  step  in  its  implementation. 


* 
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DOCUMENT  NUMBERS  ARE  ARBITRARY.  THEY  WERE  ASSIGNED  FOR 
REFERENCE  IN  THE  STATEMENT  IN  THE  HOUSE. 


DEPARTMENT  OF  MUNICIPAL  AFFAIRS 

801  BAY  STREET  •  TORONTO  5.  ONTARIO 


December  10,  1963. 


MEMORANDUM  TO:  Mr.  W.  Q.  Mcnee, 

Deputy  Minister, 
Department  of  Transport. 


FROM:  G.  K.  Bain, 

Supervisor, 

Official  Plans  Section, 
Community  Planning  Branch 0 


RE: 


Toronto  International  Airport 


I  am  enclosing  herewith  a  copy  of  the  Minutes  of  two  meetings 
of  the  Technical  Sub-committee  that  dealt  with  the  proposed  expansion  of 
the  Toronto  International  Airport. 

You  will  recall  that  I  pointed  out  this  Sub-committee  was 
asked  to  deal  only  with  aircraft  noise  as  it  might  affect  existing  and 
future  population  in  the  area  around  the  airport. 


I  was  asked  to  chair  one  meeting  of  this  Committee  and  this 
was  the  meeting  that  was  held  on  November  12,  1968.  A  copy  of  the 
Minutes  for  the  subsequent  meeting  is  also  enclosed  because  of  its  direct 
relevance.  This  meeting  was  chaired  by  Mr.  D.  R.  Hemming  of  the  Department 
of  Transport. 

A  copy  of  these  Minutes  also  has  been  sent  to  the  other  persons 
who  attended  the  meeting  in  your  office  on  December  9th. 


DEPUTY 

MINISTER 


December  1G,  1968 


KE  :  Airport  Committee  Meeting 


On  Tuesday ,  November  12,  1968,  the  following  people 
met  in  the  Administrative  Building  at  the  Toronto  Interna¬ 
tional  Airport  to  continue  discussing  the  airport's  ex¬ 
pansion: 

Mr.  John  Bower  —  Metro 
Mr.  Harry  Petschar  —  Mississauga 
(Mr.  Don  Bevridge  —  M.V.  Jones  &  Associates) 

Mr.  D.C.  Dale  —  Streetsville 
Mr„  K.  Comyns  —  Chinguacousy 

Mr.  Len  Laine  —  Brampton 

Mr.  George  Muirhead  —  Etobicoke 

Mr.  G.K.  Bain  —  Department  of  Municipal  Affairs 

Mr.  J.  Canham  —  Department  of  Municipal  Affairs 

Presiding  as  chairman,  Mr.  G.K.  Bain  outlined  what 
he  thought  the  committee  should  consider  at  this  meeting. 

These  were: 

(a)  consider  the  existing  official  plan  land  use 
classifications  and  see  how  these  could  be 
adjusted  to  accommodate  the  proposed  airport 
expansion; 

(b)  if  agreement  was  reached  on  the  adjustment 
of  land  use  designations  then  discussion 
should  revolve  around  what  other  action  would 
need  to  be  taken,  e.g.  (1)  the  purchase  of 

land  affected  by  aircraft  noise  by  senior  levels 
of  government  and  (2)  grants  for  soundproofing 
existing  residential  buildings.  Even  though 
these  two  matters  were  not  within  the  terms 
of  reference  of  the  committee  it  might  be 
found  that  expansion  would  not  be  realistic  on 
any  other  basis. 


Before  each  municipal  representative  outlined  the 
situation  for  his  area  some  general  observations  were  made 
which  are  worth  noting: 

Mr.  Petschar  asked  whether  we  should  accept 
D.O.T.'s  noise  contours  or  should  the  com¬ 
mittee  draw  its  own  which  according  to  a 
N.A.S.A.  report  could  affect  a  much  greater 
population . 

Mr.  Petschar  also  questioned  why  the  D.O.T. 
report,  after  recognizing  the  possibility  of 
"concentrated  group  action"  from  residents  in 
the  100-115  C.N.R.  zone,  proceeded  to  re¬ 
commend  a  new  runway  (14-32  Left)  so  close  to 
a  large  existing  population  presently  housed 
in  single  family  dwellings  and  which  Bolt 
Beranek  and  Newman  recommend  against  in  that 
zone . 

There  was  a  strong  feeling  that  if  two  planes 
took  off  or  landed  at  the  same  time  on  parallel 
runways,  the  C.N.R.  for  the  area  in  between 
would  probably  be  affected  even  more.  Therefore, 
it  was  concluded  that  the  100  C.N.R. 8s  should 
probably  be  wider  than  they  are  really  shown 
on  the  D.O.T.  map.  It  was  suggested  therefore, 
that  to  all  intents  and  purposes  you  might  as 
well  place  the  in  between  area  in  a  critical 
noise  zone  as  well. 

Mr.  Comyns  asked  why  the  Parkin  report  was  not 
made  available  to  local  and  provincial  authori¬ 
ties  at  an  earlier  date,  when  it  was  originally 
presented  to  the  Government  in  November  of  last 
year.  He  expressed  the  view  that  insufficient 
time  had  been  allotted  to  municipalities  to 
study  the  effect  of  the  proposed  expansion. 

Mr.  Comyns  asked  what  this  committee  was  ex¬ 
pected  to  produce.  To  this  there  was  a  difference 
of  opinion.  One  said  a  "recommendation"  others 
said  a  "comment"  and  one  person  implied  just 
presenting  D.O.T.  with  the  "facts".  Mr.  Comyns 
and  Mr.  Muirhead  expressed  the  view  -chat  they 
could  not  be  party  to  a  "recommendation". 

There  seemed  to  be  unanimous  agreement  on  the 
fact  that  the  present  airport  was  needed  at  its 
present  location. 
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Mr.  Muirhead  expressed  the  opinion  that  there 
should  be  some  Provincial  and  Metropolitan 
policy  on  the  location  of  a  new  airport:. 

Each  municipal  representative  then  spoke  for  his 

area: 

Mississauga  (Mr.  H.  Petschar) 

This  municipality  is  the  one  most  directly 
affected  by  the  proposed  airport  expansion. 

Proposed  Runway  14-32  Left 

-  All  of  the  lands  up  to  the  proposed  alignment 
of  Highway  No.  403  within  the  noise  contour 
100  plus  C.N.R.  is  presently  committed  for  urban 
development  according  to  the  municipality’s 
present  official  plan. 

With  the  exception  of  a  few  isolated  parcels, 
all  of  the  area  south  of  Burnhamthorpe  is  al¬ 
ready  built  upon. 

The  North  Dixie  Community  (Amendment  No.  160) 
planned  for  a  "Community  Centre"  to  be  located 
at  the  cross-roads  of  Burnhamthorpe  and  Dixie 
with  the  expectation  of  providing  major  com¬ 
mercial  facilities,  offices,  cultural  and  re¬ 
creational  services  and  high  density  residential. 
This  Major  Commercial  designation  (also  desig¬ 
nated  on  the  Metro  Plan)  is  intended  to  serve 
a  considerable  area  north  of  Burnhamthorpe, 
between  Cawthra  Road  and  the  Etobicoke  Creek. 
Unless  this  area  is  developed  for  residential 
purposes  it  would  make  one  of  the  basic  com¬ 
ponents  of  Amendment  No.  160  meaningless. 

It  would  be  ludicrous  from  a  land  use  comput¬ 
ability  point  of  view  to  designate  as  Industrial 
the  area  north  of  Burnhamthorpe  within  the  100 
plus  C.N.R.  contour.  Not  only  would  the  com¬ 
munity  centre  concept  in  Amendment  No.  160  be 
affected  but  also  it  would  be  extremely  difficult 
to  prevent  industrial  traffic  mixing  with  resi¬ 
dential  traffic.  Besides,  Mississauga  already 
has  about  14,000  acres  designated  for  industry, 
of  which  4,000  is  already  in  use  and  11,000 
already  zoned. 
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It  was  estimated  that  the  population  presently 
affected  within  the  100  C. N.R.  contour  is 
approximately  24,800.  If  'the  official  plan  is 
developed  as  is  presently  anticipated,  the 
future  population  in  this  noise  area  would  be 
around  50,000.  If  the  airport  is  expanded,  it 
was  felt  that  the  area  bounded  by  Burnhamthorpe 
proposed  No.  403.  Cawthra,  and  Etobicoke  Creek 
could  not  be  developed  properly  for  residential 
purposes  and  this  would  mean  finding  other  land 
farther  away  to  house  about  40,000  people. 

At  present,  many  residents  that  are  located  under 
the  flight  path  of  the  proposed  Runway  14-32 
Left  have  short  term  second  mortgages.  If  the 
airport  is  expanded,  these  people  will  have 
extreme  difficulty  in  renewing  these  mortgages 
due  to  the  potential  noise  problems. 

For  Runways  05-23  Right  and  05-23  Left 

The  existing  population  within  the  100  plus 
C.N.R.  contour  for  these  Runways  is  negligible. 
The  total  future  population  is  expected  to  be 
31,100. 

Mississauga  presently  has  approximately  7,000 
acres  of  land  that  could  be  used  for  residential 
purposes  and  located  west  of  the  airport  and 
which  could  be  serviced  by  the  South  Peel 
Programme  (O.W.R.C.).  Again  a  considerable 
amount  of  local  money  has  already  been  committed 
to  this  project.  Much  of  this  acreage  would 
obviously  lie  idle  if  the  airport  is  expanded. 

On  the  other  hand,  if  the  airport  was  not 
allowed  to  expand,  land  that  would  have  been 
affected  by  aircraft  noise  and  the  wedge  in  be¬ 
tween  could  be  developed  at  a  density  which 
would  have  a  total  future  population  of  approxi¬ 
mately  182,000. 

At  present,  the  northwest  sector  of  the  Metro 
Region  is  a  heavy  employment  area.  With  the 
likelihood  of  more  industrial  lands,  the  ex¬ 
pansion  of  the  airport  and  the  possibility  of 
closing  Dixie  Road  the  movement  of  traffic  on 
roads  other  than  D.H.O.  roads  will  be  a  very 
real  problem,  involving  thousands  of  dollars 
for  new  construction. 
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To  date,  at  considerable  expense  to  the  municipality, 
new  sewers  and  watermains  have  been  installed  to  provide  for 
the  anticipated  population.  Moreoevar,  some  17  schools 
(presently  containing  about  10,000  children)  have  already 
been  built  within  the  expected  100  C.N.R.  contours  for  all 
runways  in  the  municipality .  To  effectively  soundproof 
these  will  require  many  millions  of  dollars  (Etobicoke  has 
spent  some  $600,000  to  date  to  soundproof  only  three  schools.) 

Etobicoke  (Mr.  G.  Muirhead) 

Noise  zone  of  14-32  hefts  At  present,  5,500 
people  are  affected  by  aircraft  noise  located 
in  the  100  plus  C.N.R.  --again,  most  of  which 
are  in  single  family  homes.  If  development  occurs 
as  planned,  the  future  population  in  this  noise 
zone  will  be  6,500. 

Grants  for  soundproofing  these  single  family 
homes  would,  at  best,  only  minimize  the  noise 
problem  and  make  it  difficult  for  residents  to 
enjoy  outdoor  activities. 

-  In  principle  the  local  council  and  planning 
board  have  committed  themselves  to  some  form  of 
residential  development  in  those  areas  that  are 
the  subject  of  Amendments  No.  137  and  188. 

Noise  zone  of  05-23  Right;  (Thistletown) 

The  existing  population  under  this  flight  path  is 
26,000  mostly  housed  in  single  family  dwellings 
which  Bolt,  Beranek  and  Newman  recommend  against. 

If  the  area  is  developed  as  planned,  there  will 
be  an  additional  6,000  people.  Future  total 
population  -  32,000. 

Phase  #2  of  This tel town  includes  a  Federal- 
Provincial  housing  scheme  to  which  both  govern¬ 
ments  have  already  committed  themselves.  Sound¬ 
proofing  costs  would  be  high. 

Noise  zone  of  05-23  Left 

The  existing  and  future  population  under  this 
flight  path  and  noise  cones  is  3,600. 

-  Thus,  the  existing  population  affected  by  100 
C.N.R.  and  above  is  35,000  in  the  Borough  of 

Etobicoke . 


' 
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Both  the  Etobicoke  General  Hospital  and  Humber 
Community'  College  located  in  the  vicinity  of 
the  100  C.N.R.  contour  on  the  understanding  that 
the  area  around  would  eventually  be  developed 
for  residential  purposes  and  not  industrial , 
and  also  on  the  basis  of  a  moderate  expansion 
to  the  Toronto  International  Airport  and  not 
the  expansion  now  recommended  by  D.O.T. 

Chinguacousy  (Mr.  K.  Comyns) 

Development  is  either  committed  (by  way  of 
approved  official  plan  amendments)  or  already 
exists  in  both  noise  cones  south  of  Highway  No. 

7. 

The  existing  population  in  these  cones  is  6,000 
and  the  future  population  is  expected  to  be 
60,000. 

The  Ontario  Housing  Corporation  has  purchased 
a  considerable  number  of  lots  in  the  most 
easterly  noise  cone. 

-  Construction  has  already  commenced  on  the  pro¬ 
posed  Town  Centre  located  at  the  southwest  corner 
of  Highway  No. 7  and  Bramalea  Road. 

A  plan  has  been  prepared  by  Comyns  and  Pearson 
to  show  how  a  considerable  amount  of  land  may 
be  developed  as  a  continuation  of  Bramalea  in 
the  Township  of  Chinguacousy  to  accommodate  a 
total  future  population  of  approximately  150,000 
—  based  obviously  on  the  O.W.R.C.  South  Peel 
Servicing  Programme. 

Again  the  point  was  made  about  the  fact  of  over- 
designating  for  industrial  purposes  if  the  air¬ 
port  is  expanded,  and  if  it  is  not,  the  possible 
soundproofing  of  existing  and  new  single  family 
dwellings  does  not  eliminate  noise  outdoors. 

Streetsville  (Mr.  D.C.  Dale) 

The  majority  of  land  designated  for  residential 
purposes  is  already  developed  with  an  existing 
population  of  3,000  people  in  the  south (05-23 
Left)  noise  cone  and  a  total  future  population 
of  7,000  is  expected. 
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Brampton  (Mr.  L,  Laine) 

None  of  Brampton  will  be  within  any  of  the  pro¬ 
jected  noise  cones  if  the  airport  is  expanded. 

North  York  (not  present) 

Most  of  the  area  in  the  two  noise  cones  for 
runway  05-23  Right  is  presently  developed  with 
single  family  dwellings. 

Of  all  the  land  affected  by  the  proposed  airport 
expansion,  a  few  areas  might  logically  be  redesignated.  These 
are : 

(1)  Etobicoke  -  The  area  north  of  the  Woodbine  Race¬ 
track  could  be  redesignated  from  residential  to 
industrial. 

(2)  Mississauga  -  The  area  north  of  Highway  401  and 
called  Meadowland  could  be  redesignated  from 
residential  to  industrial. 

(3)  Chinguacousy  -  The  area  north  of  Highway  No.  7 
for  which  an  overall  plan  (not  yet  approved) 
shows  as  residential  could  be  redesignated  in¬ 
dustrial  . 

It  was  the  general  concensus  of  the  meeting  that 
the  airport  should  not  expand  as  proposed  in  the  Parkin  Re¬ 
port  and  that  the  report  was  more  concerned  about  providing 
for  the  needs  of  future  air  traffic  and  paid  very  little 
attention  to  existing  land  uses  and  people  living  in  the 
area.  Only  a  limited  expansion  such  as  extending  existing 
runways  and  providing  a  new  terminal  building  would  be 
acceptable.  The  provision  of  grants  for  soundproofing  would 
only  have  a  minimal  effect,  and  making  it  exceptionally 
difficult  and  expensive  to  carry  out  on  existing  dwelling 
units . 

The  total  existing  population  within  the  100  plus 
C.N.R.  contour  for  Etobicoke,  Mississaug-a ,  Chinguacousy  and 
Streetsville  is  68 , 900 .  The  total  future  population  planned 
for  this  same  area  is  190,800. 


SUMMARY  OF  DISCUSSION 
OF  LAND  COMPATIBILITY  SUB-COMMITTEE  MEETING 
HELD  AT  TORONTO  INTERNATIONAL  AIRPGRT 
19  NOVEMBER  1968 
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K . C .  Comyns 
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Metro 
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Streetsville 

Mrs 

.  McCallicn 

Reeve-Streetsville 
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R.C.C.A.  -  D.O.T. 
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W.A.  Prowse 

Federal  Dept. 

Health  &  Welfare 

The  Chairman,  Mr.  Hemming,  opened  the  meeting  at  0925 
by  referring  to  a  report  of  the  meeting  held  by  the  Municipal¬ 
ities  Technical  Group  on  November  12th,  1968  and  requested  that 
minutes  be  reviewed  by  Mr.  Bain.  Representatives  of  Mississauga 
and  Streetsville  had  not  received  a  copy  of  the  Minutes  of  the 
above  mentioned  meeting.  These  were  distributed  and  time  was 
given  for  the  reading  of  the  Minutes  before  discussion. 


Mr.  Bain  asked  for  comments  about  the  Minutes  and 
Mr.  Muirhead  stated  that  he  had  now  filled  in  the  blanks  on 
page  4  of  the  Minutes .  he  then  read  the  figures  out  and  these 
were  filled  in  on  each  individuals  form.  The  figures  in 
question  are  quoted  hereunder : 
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-  Noise  zone  of  14-32  Left:,  At  present,  5 , 5GC 
People  are  affected  by  aircraft  noise  located 
in  the  1G0  plus  C.N.R.  -  again  most  of  which 
are  in  single  family  homes.  If  development 
occurs  as  planned,  the  future  population  in 
this  noise  zone  will  be  6,500. 


-  Grants  for  soundproofing  these  single  family 
homes  would,  at  best,  only  minimize  the  noise 
problem  and  make  it  difficult  for  residents 
to  enjoy  outdoor  activities. 

-  In  principle  the  local  council  and  planning 
board  have  committed  themselves  to  someHrorm 
of  residential  development  in  those  areas 
that  are  the  subject  of  Amendments  No.  187 
and  188. 


-  Noise  zone  of  05-23  Right  (Thistletown) 


The  existing  population  under  this  flight  path 
is  26,000. 


-  If  the  area  is  developed  as  planned,  there  will 
be  an  additional  6,000  people.  Future 
population  =  32,000. 

-  Phase  #2  of  Thistletown  includes  a  Federal- 
Provincial  housing  scheme  to  which  both 
governments  have  already  committed  themselves. 
Soundproofing  costs  would  be  high. 

-  Rexdale ,  under  the  approach  of  23L  has  2,300 

people  affected.  " 

Mr.  Comyns  also  quoted  figures  on  page  5  and  these 
are  as  follows : 

"  -  The  existing  population  in  these  cones  is 
6,000  and  the  population  is  expected  to  be 
60,000. 

He  stated  also  that  the  paragraph  pertaining  to  amendment 
No.  19  could  be  deleted. 


Mr.  Bain  stated  that  the  existing  population  affected 
by  the  100  CNR  contour  in  Mississauga,  chinguacousy  and  Etobicoke 
was  68,500.  Mr.  Bain  stated  that  he  felt  the  Minutes  gave  a 
good  indication  of  what  happened  at  the  meeting  and  indicated 
that  the  approach  of  the  meeting  was  to  look  at  the  various 


areas  around  the  airport  ana  discuss  each  affected,  area  with 
the  proposal  that  the  group  look  at  alternatives  to  the 
present  planned  residential  use.  They  found  that  while  there 

were  alternatives  they  were  minor  in  nature  and  were  generally 
considered  to  be  not  feasible.  The  alternatives  looked  at 
created  a  situation  of  placing  industrial  areas  in  the 
centre  of  residential  areas  which  was  considered  to  be 
undesirable  because  of  the  resultant  inter-mix  of  residential 
and  heavy  industrial  ground  traffic,  etc.  Also,  it  was  found 
that  additional  industrial  zoning  to  accommodate  airport 
expansion  further  loaded  the  West  end  of  Metro  and  the 
Mississauga  with  industrial  zoning  when  this  area  is  considered 
already  to  be  over-designated  as  industrial.  It  was  thought 
too  that  an  overall  imbalance  of  industrial  to  other  uses 
would  be  created  even  in  respect  of  the  whole  Metro  area. 

As  indicated  in  the  Minutes ,  the  group  could  not 
recommend  expansion  of  the  Airport  as  put  forth  in  the 
Parkin  Report.  It  was  felt  that  the  existing  Airport  should 
stay  but  that  a  second  airport  should  be  constructed  else¬ 
where  . 

Mr.  Hemming  asked  for  views  in  respect  of  the 
Department's  committment  to  operate  the  Toronto  Airport  on  a 
self-sustaining  basis.  He  stated  that  Toronto  was  now  reach¬ 
ing  this  point  and  if  the  airport  can  not  expand  what  would 
the  reaction  be  to  closing  the  present  airport. 

Mr.  Bower  suggested  that  if  this  was  done  at  a 
very  early  date  the  airport  land  could  probably  be  adapted 
to  uses  other  than  industrial  but  with  industry  already 
building  to  the  airport  boundaries  later  closing  could 
cause  too  much  industrial  area  creating  an  imbalance  as 
suggested  earlier.  Mr.  Bower  felt  that  the  airport  would 
remain . 

The  Chairman  stated  that  this  might  not  be  possible 
but  certainly  it  could  not  be  prejudged  and  the  whole  matter 
would  have  to  be  considered.  He  felt  that,  in  any  event, 
the  airport  would  not  close  in  the  immediate  future  because 
of  the  time  required  to  establish  an  airport  at  a  new  site. 

Mr.  Appleton  asked  whether  the  group  at  the  meeting 
of  November  12th  had  given  any  consideration  to  land  compat¬ 
ibility  if  the  existing  airport  should  remain  without 
expansion.  Mr.  Bain  replied  that  they  had  not  gone  into  this 
too  deeply  but  felt  that  adjustments  in  zoning  could  be  made 
if  the  existing  airport  remained  and  a  second  airport  built. 
This  was  on  a  basis  of  assumption  that  the  existing  noise 
problems  would  remain  at  the  present  levels.  Mr.  Muirhead 
commented  briefly  on  this  and  agreed  that  existing  flight- 
ways  should  be  honoured. 
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Mr.  Beveridge  referred,  to  the  Montreal  situation 

as  a  precedent  in-  the  establishment  of  policy  and  felt  that 
the  cost  of  expansion  at  Toronto  would  be  similar  to  that 
at  Dorval ,  therefore ,  the  two  airport  concept  should  be 
considered  as  the  most  acceptable  to  the  Toronto  Region  and 
particularly  the  Town  of  Mississauga. 

Mr.  Beak  spoke  briefly  in  respect  of  the  Montreal 
situation  and  stated  that  the  two  cases  were  very  much 
different  for  reasons  of  cost  benefit  and  the  types  of 
operating  splits  necessary.  He  also  discussed  CNR*s  and 
newer  approaches  to  the  establishment  of  restricted  areas 
relative  to  noise.  There  was  considerable  discussion 
relative  to  the  thoughts  behind  expansion  of  T  a  -L  .  A  .  not 
being  compatible  with  the  communities  interest. 

Mr.  Comyns  suggested  that  if  other  proposals  can 
be  made  by  the  Department  of  Transport  these  proposals  should 
be  investigated  but  the  present  proposal  for  expansion  is 
unacceptable  to  Chingacousy  from  a  planning  point  of  view. 

He  suggested  that  as  the  D.O.T.  now  had  the  feelings  of  the 
community  planners  that  further  discussions  at  this  level 
would  be  unproductive  and  that  it  was  time  for  the  policy 
makers  to  get  together  to  make  a  decision. 

Mrs.  McCallion  asked  whether  the  possible  cost  to 
the  local  communities  had  been  considered  by  D.O.T. 

Mr.  Hemming  replied  that  he  was  not  aware  of 
precendents  for  the  compensation  of  people  required  to  move 
and  there  was  no  evidence  of  which  he  was  aware  regarding 
devaluation  of  land  prices .  The  costs  considered  as  part 
of  the  Airport  Expansion  would  of  course  include  internal 
roads  and  other  services . 

The  Chairman  stated  that  as  the  opinions  of  the 
technical  group  was  contained  in  the  Minutes  that  these 
meetings  should  be  considered  the  last  at  the  present  time. 

He  then  talked  generally  about  consultants  reports  and  the 
fact  that  they  are  really  only  research  documents. 

Mr.  Muirhead  asked  whether  it  was  intended  to 
inform  the  original  large  meeting  groups  (those  attending 
the  October  18  and  21st  meetings)  that  this  was  the  last 
meeting  of  the  technical  group. 

Mr.  Gordon  indicated  that  it  was  proposed  to 
reconvene  the  large  group  to  report  the  technical  groups 
recommendations . 


Mr.  Beveridge  asked  whether  D.O.T,  expected  formal 
reports  from  each  municipality  or  whether  the  Minutes  of  the 
meeting  of  November  12th  would  suffice* 

The  Chairman  indicated  he  thought  the  Minutes  would 
allow  the  D.O.T.  to  proceed  but  felt  that  Municipalities 
might  like  to  amplify  their  individual  feelings. 

Mr*  Bain  suggested  that  if  D.O.T.  wanted  a  specific 
municipal  report  it  should  be  requested  from  the  Municipality 
as  the  Minutes  relative  to  the  November  12th  meeting  are  only 
the  product  of  a  specific  technical  group.  It  was  pointed 
out  that  while  the  comments  in  the  November  12  Minutes  are  in 
consideration  of  the  Parkin  proposal  runway  the  D.O.T. 
recommended  runway  would  be  no  more  desirable. 

Mr.  Beveridge  asked  whether  there  was  any  possibility 
that  the  Department  would  make  a  decision  prior  to  receiving 
official  briefs  from  the  Municipalities.  The  Chairman  gave 
assurance  that  a  decision  regarding  the  expansion  of  T.I.A. 
would  not  be  taken  without  further  municipal  representation. 

It  was  agreed  that  the  D.O.T.  could  present  the  Municipal 
Technical  Group  meetings  as  a  product  of  the  group  thinking 
so  as  to  permit  further  meetings  of  the  higher  Municipal , 
Provincial  and  Federal  authorities .  Such  meetings  would  be 
arranged  by  the  D.O.T. 

The  Chairman,  in  summing  up,  stated  that  it  would 
now  be  necessary  to  decide  on  one  of  the  number  of  alternatives 
based  upon  information  provided  by  the  municipalities.  Having 
reached  their  decision  this  would  now  be  referred  back  to  our 
high  level  people  in  Ottawa.  Although  there  seems  to  be  nothing 
further  to  be  gained  from  this  Technical  group  at  this  time, 
it  would  appear  that  the  next  technical  discussions  may  be 
centred  on  providing  protection  for  the  present  airport. 

The  Chairman  thanked  the  participants  and  adjourned 
the  meeting  at  12:00  hours. 


FOR  IMMEDIATE  RELEASE 


STATEMENT  BY: 

THE  HONOURABLE  W.  DARCY  MCKEOUGH , 

MINISTER  OF  MUNICIPAL  AFFAIRS, 

RE:  AIRCRAFT  NOISE  AT  TORONTO  INTERNATIONAL  AIRPORT  (MALTON) 

OCTOBER  9TH ,  1969. 

As  you  are  aware,  one  of  the  major  responsibilities 
of  the  Minister  of  Municipal  Affairs  is  to  encourage  the 
proper  planning  of  communities  throughout  the  Province  of 
Ontario.  Under  the  provisions  of  The  Planning  Act  I  am 
responsible  for  the  approval  of  Official  Plans,  plans  of 
subdivisions  and  urban  renewal  proposals  and  I  am,  therefore, 
directly  involved  in  the  process  of  ensuring  the  best 
possible  utilization  of  land.  For  this  reason  I  have  been 
concerned  for  some  time  with  the  general  problem  of  lands 
that  are  affected  by  the  high  noise  levels  associated  with 
aircraft  movements  and,  in  particular,  those  lands  in  the 
vicinity  of  the  Toronto  International  Airport. 

Indeed,  I  might  point  out  that  my  predecessors 
also  were  vitally  interested  in  this  matter  and  it  is  worth 
noting  that,  as  far  back  as  1957,  the  Community  Planning 
Branch  participated  in  a  joint  study  of  noise  associated  with 
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the  airport.  This  was  at  a  time  when  the  jet  age  was  just 
beginning  and  not  too  much  was  known  about  what  problems 
the  new  generation  of  aircraft  would  bring.  It  does  indicate, 
however,  that  concern  about  aircraft  noise  at  the  provincial 
level  (as  well,  of  course,  as  at  the  local  level)  is  not 
something  that  has  developed  only  recently. 

I  need  not  stress ,  therefore ,  that  it  is  the  duty 
of  both  the  provincial  and  local  governments  to  ensure  that 
the  individual  is  protected  from  noise  levels  that  might 
prove  psychologically  or  physiologically  damaging.  It  is 
also  important  to  protect  public  and  private  investment  in 
land  and  buildings  as  well  as  to  ensure  the  continued  full 
use  of  the  existing  airport  facility,  which  is  not  only  of 
great  social  and  economic  significance  to  the  Metropolitan 
area,  but  also  represents  a  large  investment  of  public 
capital . 

In  the  summer  of  1968  the  federal  authorities 
announced  their  intention  to  expand  the  airport  at  Malton, 

This  announcement  caused  considerable  public  concern.  In 
December  1968,  the  Prime  Minister  of  Ontario,  the  Honourable 
John  Robarts ,  and  the  Federal  Minister  of  Transport,  the 
Honourable  Paul  Hellyer,  made  statements  indicating  that 
Toronto  International  Airport  (Malton)  would  be  expanded 
immediately  only  within  the  boundaries  of  the  existing  airport 
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lands  and  that  the  two  levels  of  Government  would  co¬ 
operate  in  investigating  the  need,  and  possible  locations, 
for  additional  airport  facilities. 

;•  '  -.7"  1  * 

It  was,  therefore,  possible  in  January  1969  to 
initiate  discussions  between  the  Department  of  Municipal 
Affairs  and  the  local  municipalities  on  the  one  hand,  and 
the  Federal  Department  of  Transport  on  the  other,  regarding 
the  effects  of  present  and  future  aircraft  noise  on 
surrounding  areas . 

Arising  from  these  discussions  as  well  as  from 
subsequent  research  and  meetings  between  the  two  senior 
levels  of  government,  the  federal  authorities  have  developed 
new  operational  regulations.  These  are  now  being  implemented 
and  will  produce  the  pattern  of  noise  distribution  shown  on 
the  plan  I  am  presenting  today . 

The  operational  regulations  are  designed  to  ensure 
that  existing  developed  residential  areas  will  be  subjected 
to  the  least  possible  aircraft  noise  commensurate  with  the 
safe  operation  of  the  airport,  taking  into  consideration 
such  factors  as  meteorological  conditions  and  the  existing 
and  future  volume  of  aircraft  movements . 

The  plan  which  I  am  presenting  to  you  today  has 
been  prepared  using  a  procedure  developed  in  the  United 


4  - 


States  and  widely  used  as  an  indicator  of  human  response  to 
aircraft  noise.  Contours  representing  the  various  levels 
of  exposure  are  superimposed  on  a  map  of  the  area  and  are 
divided  into  zones ,  which  represent  the  degree  of  response 
to  be  expected  from  communities  which  fall  within  them.  The 
contours,  known  as  Composite  Noise  Rating  Contours,  (CNR), 
are  developed  from  observation  and  measurement  of  the 
physical  noise  environment  and,  very  importantly,  also 
take  into  consideration  the  magnitude  of  the  noise,  the 
number  of  occurrences  per  day ,  the  time  of  day  the  noise 
occurs  and  the  effect  these  factors  have  in  causing 
irritation  to  human  beings . 

The  plan  presented  here  shows  conditions  which  are 
expected  to  occur  up  to  1975-76.  After  1976  it  is 
anticipated  that  two  additional  factors  will  affect  the 
pattern  of  noise  at  Malton. 

(1)  The  possible  opening  of  a  new  airport,  which  will 
likely  modify  the  contours  downward  as  a  result  of 
a  smaller  number  of  aircraft  and  a  different  mix 
of  aircraft  using  the  existing  facility. 

(2)  The  operation  of  a  new  generation  of  jet  aircraft 
with  significantly  different  noise  characteristics. 
It  is  likely  that  new  aircraft  types  will  be 
subject  to  more  stringent  noise  certification 
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requirements.  Manufacturers  already  have  set 
goals  for  engine  noise  level  at,  or  below, 
present  levels  and  progress  in  this  endeavour  is 
reported  to  be  encouraging. 

Until  more  information  becomes  available  regard¬ 
ing  both  of  these  factors  it  will  not  be  possible  to  predict 
conditions  in  the  post-1976  period. 

Concurrently  with  the  development  of  the  noise 
sensitivity  zone  plan,  the  Department  of  Municipal  Affairs 
has  developed  a  Land  Use  Compatability  Table  which  establishes 
criteria  for  land  use  development  in  each  of  the  zones. 

This  table  is  primarily  intended  for  guidance  in  determining 

those  matters  dealing  with  utilization  of  land  which  come 

before  me  for  approval . 

I  believe  that  this  represents  the  first 
comprehensive  attempt  by  any  jurisdiction  in  North  America 
to  ensure  that  the  utilization  of  lands  in  the  vicinity  of 
an  airport  is  compatible  with  the  high  noise  levels 
generated  by  aircraft  operations . 

In  preparing  the  table,  the  Department  has  consulted 
the  Federal  Department  of  Transport  and  has  had  discussions 
with  an  internationally  known  firm,  acoustical  consultants 
to  the  Federal  Government  and  to  the  United  Stares  National 
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Aeronautics  and  Space  Administration.  Both  agencies  have 
praised  the  principles  and  the  detailed  standards  of  the 
Land  Use  Compatibility  Table  and  suggested  only  minor 
changes,  which  are  incorporated  in  the  final  version. 

The  table,  which  will  become  effective  immediately, 
will  ensure  that  land  in  each  of  the  sensitivity  zones  will 
only  be  developed  for  uses  that  are  compatible  with  the 
noise  level  expected  in  that  zone.  Single  family  dwellings, 
for  instance,  will  not  be  permitted  in  the  high  noise 
sensitivity  zones  V  or  VI  and  will  only  be  permitted  in 
zones  II,  III,  and  IV,  subject  to  certain  restrictions. 

I  would  summarize  the  intention  of  the  new 
airport  operational  regulations  and  the  Land  Use  Compatibility 
Table  and  plan  as  follows : 

(1)  To  ensure  that  the  effect  of  aircraft  noise  on 
existing  built-up  areas  is  minimized. 

(2)  To  ensure  that  land  which  is  affected  by  aircraft 
noise  now,  or  in  the  future,  is  developed  only 
with  compatible  uses  and  not  for  uses  which  will 
subject  individuals  to  unacceptable  noise  levels. 

(3)  To  inform  the  public  so  that  private  capital  will 
not  be  invested  in  land  which  cannot  be  developed 
to  its  full  extent  because  of  aircraft  noise. 
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(4) 


To  ensure  the  future  operation  of  Toronto 

International  Airport ,  to  its  optimum  capacity, 
so  that  it  will  continue  to  perform  its  social 
and  economic  function,  which  is  of  national  and 
provincial  as  well  as  of  local  importance. 


noiss 
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EXPLANATORY  NOTES 


It  is  strongly  recommended  that  all  new  residential  develop¬ 
ment  be  avoided  in  zones  IV f  V,  and  VI,  Accordingly , 
wherever  possible  alternative  land  uses  should  be  considered. 

It  is  important  to  understand  that  the  locations  of  the 
lines  between  noise  zones  cannot  be  fixed  exactly.  It  will 
be  necessary  in  some  specific  cases  therefore,  for  the 
responsible  public  authority  to  make  an  appropriate  inter¬ 
pretation  of  what  regulations  are  to  be  made  applicable. 

A.  This  is  a  marginal  zone  and  noise  may  stare  to 
become  a  problem.  It  is  recommended  that 
developers  be  made  aware  of  this  fact  and  that 
they  be  required  to  so  inform  prospective  tenants 
or  purchasers  of  residential  units.  In  addition, 
it  is  suggested  that  development  should  not  pro¬ 
ceed  until  an  analysis  of  the  noise  environment 
is  made  and  it  is  established  what  noise  control 
features,  if  any,  should  be  included  in  the 
building  design. 

B.  The  developer  should  be  made  aware  of  the  noise 
problem  and  he  must  undertake  to  relay  this 
information  to  all  prospective  tenants  or  purchasers 
of  residential  units.  Moreover,  construction  may 
not  occur  unless  a  detailed  analysis  of  noise 
reduction  requirements  for  the  specific  development 
in  question  is  made  and  needed  noise  control 
features  are  induced  in  the  building  design. 

C.  These  uses  should  not  locate  in  this  zone.  Detached 
and  semi-detached  dwellings  may  be  permitted  as 
infilling  but  only  as  part  of  plans  of  subdivision, 
which  prior  to  the  date  of  this  statement  being 
issued,  have  received  draft  approval.  If  develop¬ 
ment  is  to  occur  it  is  subject  to  the  requirements 
of  Note  B. 

D.  No  apartments  should  be  constructed  in  this  zone. 
Where  it  can  be  demonstrated  that  the  proposed 
development  constitutes  a  limited  amount  of  infilling 
however,  development  may  be  permitted  but  subject 

to  the  requirements  of  Note  B. 

E.  If  is  advisable  that  these  kinds  of  uses  not  be 
located  close  to  the  boundary  between  Zone  I  and 
Zone  II  but  if  they  are  it  is  strongly  recommended 
that  they  be  subject  to  the  conditions  of  Note  F. 
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F.  This  construction  may  nor  occur  unless  a  detailed 
analysis  of  noise  reduction  requirements  for  the 
specific  development  in  question  is  made  and 
needed  noise  control  features  are  included  in  the 
building  design. 

G.  None  of  these  uses  should  be  constructed  in  this 
zone.  Where  it  can  be  demonstrated,  however,  that 
these  uses  are  the  most  appropriate  ones  in 
specific  cases,  taking  into  account  all  relevant 
factors,  construction  may  not  occur  unless  a  detailed 
analysis  of  noise  reduction  requirements  for  the 
specific  development  in  question  is  made  and  needed 
noise  control  features  are  included  in  the  building 
design. 

H.  This  type  of  use  should  not  be  located  close  to  the 
boundary  between  Zone  I  ana  Zone  II. 


ACREAGE. SHOWN  POES  NOT  INCLUDE  AIRPORT  LAND 
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PROVINCE  OF  ONTARIO 
June ,  1970 


EXISTING  POPULATION  AND  DWELLING  ESTIMATES 
TORONTO  INTERNATIONAL  AIRPORT  MALTON 


1.  Within  100  CNR  Contour  (Mai ton) 
(no  vacancies  assumed) 


Location 

Population 

Dwellings 
other  than 
apartments 

Malton  Village 

7,175 

1,660 

Mississauga (remainder) 

1,128 

282 

Streetsville 

1,080 

270 

Bramalea 

5,172 

1,293 

Etobicoke 

20,910 

4,272 

Working  farms  through¬ 
out  area 

160 

40 

35,625 

7,817 

2.  Within  100  CNR  Contour  (Malton 

Split  ’Bs) 

Population 

28,101 

Working  farm  population 

104 

Total  population 

28,205 

3.  Occupancy  rates  in  Mississauga  (1969) 
Townhouses 
Maisonettes 
Apartments 

Single  family  houses 
Semi-detached  houses 


4.2  persons  per  unit 
4.0  S!  " 

2.6 

4.0 

4.5 


Apartment 

Dwellings 


200 


1,470 


1,670 


_ _ : - - — — 


— 
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4.  Vacancy  rates  in  Mississauga  (1969) 


Townhouse s 

Maisonettes 

Apartments 


5 . 3 


0.3% 

8.7% 


Note :  In  preparing  the  evaluations  an  occupancy 


rate  of  4.0  persons  per  unit  was  assumed 
for  all  dwellings  other  than  apartments 
and  of  2.6  p.p.u.  for  apartments. 

Vacancy  rates  were  taken  as  5%  for  all 
houses  and  9%  for  apartments. 


Based  upon  field  estimates  (conducted  in  1969) . 


TORONTO  INTERNATIONAL  AIRPORT 


GROUND  TRANSPORTATION  REVIEW 


SITES  E  &  F 


PROVINCE  OF  ONTARIO 


TORONTO  INTERNATIONAL  AIRPORT 


The  investigation  carried  out  by  the  Planning  Division 
on  the  two  proposed  sites  for  the  new  Toronto  International 
Airport  concentrated  on  three  areas  s 

(1)  Affect  on  existing  and  proposed  transportation 
facilities 

(2)  Access  problems 

(3)  Environmental  impacts 

As  requested,  only  a  cursory  analysis  was  carried  out 

to  identify  obvious  problems  and  constraints .  It  is  under¬ 
stood  that  an  in-depth  study  involving  system  development 
feasibility  studies,  etc.,  will  be  required  at  a  later  date. 

(1)  Affect  on  Existing  and  proposed  Highway  plans 

Northeast  Site 

The  proposed  site  to  the  northeast  of  Metro  will 
require  the  relocation  of  a  section  of  Highway  7.  The 
relocation  will  not  be  critical  if  it  is  kept  to.  a 
minimum,  thereby  not  disrupting  the  collector  function 
of  this  facility. 

A  major  problem  in  this  area  of  Metro  is  providing 
adequate  transportation  in  a  north -south  direction  to 
serve  the  recreation  areas.  This  site  will  undoubtedly 
require  the  closing  of  sections  of  Brock  Road  and  the 
York  Ontario  County  Boundary  Road.  This  will  have  a 
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pronounced  affect  on  the  capacity  of  the  corridor  as 
both  are  major  facilities.  The  relocation  of  these  roads 

must  be  an  essential  part  of  the  plans  for  this  site  to 
maintain  north-south  capacities.  To  augment  the  existing 

north-south  facilities,  the  Ministry  of  Transportation 

.  \ 

and  Communications  has  proposed  a  new  facility  called 
the  East  Metro  Freeway  which  would  run  from  the  north¬ 
east  corner  of  Metro  Toronto  around  the  east  side  of 
Lake  Simcoe  and  join  into  Highway  11  around  Gravenhurst. 

Preliminary  thoughts  would  have  this  facility 
passing  through  the  airport  site.  Only  detailed  studies 
could  fully  assess  if  more  easterly  alignments  are 
equally  satisfactory. 

Southwest  Site 

The  proposed  southwest  site  sits  astride  Highways 
8  and  52.  Highway  52  is  a  collector  facility,  providing 
access  for  local  traffic  and  hence  relocation  could  be 
co-ordinated  with  land  development.  Highway  8  on  the 
other  hand,  is  a  very  important  link  in  the  Provincial 
system,  forming  a  portion  of  a  major  arterial  between 
Hamilton  and  the  Sauble  Beach  recreation  area  (via 
Kitchener-Water loo) ,  hence  relocation  would  require 
complete  re-planning.  In  this  case,  a  northerly  shift 
of  the  airport  site  about  our  concession  would  be  de¬ 
sirable.  Transportation  problems  in  this  area  are  not 
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nearly  as  severe  as  to  the  northeast  of  Metro.  Without 
a  detailed  analysis  it  is  impossible  to  assess  how  these 
sites  may  be  isolating  the  small  communities  from 
essential  services,  even  though  major  problems  are  not 
apparent. 

(2)  Access  Problems 
Northeast  Site 

(a)  East-west  facilities  are  provided  by  401  and  407, 
both  of  which  will  ultimately  be  C-D  type  systems. 
There  is  no  provision  for  transit  in  the  median  of 
Hwy .  401  although  protection  is  being  made  in  Hwy. 
407.  The  location  of  Hwy.  407  has  not  yet  been 
defined  but  the  alignment  as  originally  proposed 
by  M.T.C.  would  offer  closer  access  to  the  airport 
than  a  line  shifted  further  to  the  south  to  fit 
the  "Parkway  Belt".  In  any  case,  the  Parkway  Belt 
would  have  to  be  revised  if  this  location  is 
chosen  for  the  airport. 

(b)  The  E.M.F.  -  a  north  south  freeway  at  the  east  end 
of  Toronto  is  presently  being  investigated,  but  has 
not  proceeded  to  a  point  where  an  alignment  has 
been  defined.  It  will  probably  be  possible  to 
design  the  highway  to  provide  service  to  the  air¬ 
port  in  addition  to  fulfilling  its  originally 
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anticipated  service.  The  original  southern  -Ger¬ 
minal  was  at  Highway  401  east  of  Highway  48;  due 
to  various  constraints  it  may  not  be  possible  to 
locate  here,  but  rather  at  some  point  between  2A 
and  Brock  Road.  If  this  is  so,  it  may  be  that 
access  would  have  to  be  provided  to  the  east  side 

-  of  the  airport. 

The  initial  consideration  for  the  E.M.F.  has  been 
for  a  6-lane  freeway,  but  this  could  be  easily 
modified  to  allow  for  a  C-D  scheme  with  mass  transit 
provision.  Mass  transit  in  the  E.M.F.  could  pos¬ 
sibly  connect  with  either  the  407  or  could  be 
connected  with  a  route  along  the  H.E.P.C.  right- 
of-way  which  leads  to  Leasiae,  (downtown  Toronto) . 

In  summary,  this  site  can  probably  be  readily 
serviced  by  both  freeway  and  transit  service,  with 
facilities  presently  being  planned  in  this  area. 

Southwest  Site 

(a)  Primary  access  to  the  airport  site  could  be  accom¬ 
modated  via  a  link  to  Highway  403  west  of  Ancaster . 

A  more  direct  route  to  Hamilton  would  cross  the 
Dundas  Valley,  but  because  of  the  unique  features 
of  this  area,  i.e..  Conservation  Parks,  etc.,  a 
major  vehicular  transportation  facility  in  this 
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corridor  is  not  considered  feasible*  Since  there 
is  no  provision  for  rapid  transit  within  or  adjacent 
to  Highway  403  in  the  Hamilton  area,  a  separate 
right-of-way  must  be  utilized.  Another  crossing 
of  the  Niagara  Escarpment  would  be  resisted, 
therefore,  the  existing  C.N.R.  line  through  Dundas 
seems  to  offer  the  best  alternative.  A  5  +  mile  TT-S 
connection  from  the  present  line  to  the  airport 
site  would  be  required. 

(b)  Brantford  would  also  be  served  by  the  403  linkage 
and  access  from  the  Kitchener-Waterloo-Galt  areas 
(Secondary  Access  Point)  could  likely  be  accom¬ 
plished  by  upgrading  of  the  present  Highways  8  and 
97.  A  more  direct  route  to  Guelph  via  Highway  52 
and  Wellington  County  Road  35  may  be  required. 
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